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Volume 4 Editor, 
Price 80 cents Flat 5, 
70 Kings Park Road, 
Number 2 WEST PERTH, 6005. 
EDITORIAL 


The Federal Rally in Canberra is not far off, 13th - 15th June in fact. We all look 
forward to a successful Rally, extraordinarily well attended, as a tribute to the excellent 


work of the N.S.W. Branch. 


In the last issue, spare parts requirements lists were issued. Please return them to 
the Federal Secretary, Box 2754, Sydney, 2001, as soon as possible. The need fora 
Sunday of this sort is essential to assess in what manner the RR Company can assist in 


manufacturing parts and to help in the gathering of parts generally. 


| wind up with the usual editorial plea for suitable material to publish. Perhapsa 


flood after the Canberra Ralty? 
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THE SECOND ROYCE CAR 


| was very pleased recently to receive from W.T. Glover and Co. Ltd., a copy of their 
1968 Centenary volume. This handsome publication contains a fascinating account of the 
second Royce car, a 1903 2 cylinder, licence N414 and later M1137. 


A check with Morton's a History of Rolls-Royce Motor Cars, Vol. 1, 1903-07 revealed 
more detail of the car but did not contain the photographs shown in the Glover volume. 
But ere | go further, perhaps a background story is in order. 


The second Royce car, built in 1903, became the property of Earnest Alexander 
Claremont. This remarkable man joined Frederick Royce in 1884 to found F.H. Royce 
and Co. Ltd., Cooke Street, Manchester. Claremont eventually became Chairman of 
Rolls-Royce Ltd., a post he held until 1922. He was additionally a director since 1899 of 
the Trafford Park Power and Light Co., and W.T. Glover and Co. Ltd., situated close to the 
Cooke Street works. The third Royce car went to Henry Edmunds, a fellow Glover 
director, and the instigator of the Rolls and Royce meeting. F.H. Royce and Co. Ltd., 
bought electric cable from Glovers which fatter reciprocated by using Royce motors and 
cranes. 


Claremont’s Royce car was sold when the Light 20 Rolls-Royce was acquired. It was 
sold to W.T. Anderson, manager of the Contracts Dept. at Glovers. It was regularly attended 
to by Claremont’s mechanic, it saw much satisfactory service at Glovers and was eventually 
donated to the Manchester College of Science and Technology. The engine can be seen to 
this day in the entrance hall. 


The director of Glovers has kindly extended an invitation to any RROC member 
visiting England to inspect the fascinating records extant of the links between Royce and 
Glovers. 


TRAFFORD PARK ROAD (1901). 
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THE SECOND ROYCE CAR (Cont'd) 
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LONDON — TO — EDINBURGH 
by F.M. ROBINSON 


In September 1911 an experimental 40 - 50h.p. Rolls-Royce with a light touring body 
was driven from London to Edinburgh and back in top gear at 20 m.p.h. with an R.A.C. 
Observer as passenger. The remarkable petrol consumption figure of 24.32 m.p.g. was re- 
corded. Immediately afterwards the car was taken to Brooklands where it lapped the racing 
circuit and reached a top speed of 78.26 m.p.h. The driver was E.W. HIVES, later to become 
LORD HIVES who was in turn General Manager, Managing Director and then Chairman of 
Rolls-Royce Ltd. until his death in 1965. 


The L -to-E story is well known. It was proudly recorded by the Company in the 
list of Rolls-Royce Successes in the 40 - 50 h.p instruction manuals and catalogues of 1912 
to 1914, being described as ‘’an unparalleled performance of combined efficiency, flexibi- 
lity and speed”. 


An excellent article on this subject by Dr. R.O. Barnard with illustrations of coachwork 
on L-to-€E replicas appears in the Autumn 1961 issue of PRAECLARVM - then known as 
the Quarterly Magazine. Two of the cars have ungainly hoods but might well win a concours 
d'élégance with their hoods folded. Another coupé body shown in the 1912 - 1914 cata- 
logues (see ‘‘Rolls-Royce the Living Legend’’) has been described as ‘‘The Ugly Duckling”. 


The name London - to - Edinburgh continued to be used for replica L - to - E chassis 
until Series 2600 in 1913, after which the unofficial name ‘Alpine Eagle’ was attributed to 
the high compression tall radiator models which followed. 


The epilogue of the London - to - Edinburgh story was told in ‘The Rolls-Royce 
Bulletin’ a beautifully printed magazine which the Company sent to its best private customers 
the owners of R-R cars, until about fourteen years ago, but which is now unfortunately no 
longer published. In an article headed ‘‘The Continental’’, it is recorded that the first of the 
Continental Rolls-Royces was the London - to - Edinburgh of 1911 and that the successful 
team cars in the Australian Alpine Trial of 1913 were Continental L - to -E models, followed 
in historical sequence by the Experimental Phantom | Barker Torpedo models (10 EX and 
others) of 1929, the fabulous Phantom || Continentals and the Bentley Continentals of the 
1950's. 


Now after fifty-eight years many of the details of the original L - to -E car and the 
subsequent replicas may have been forgotten. Books, photographs, legends, articles and the 
1911-1913 parts index have therefore been closely examined to produce a list of the dis- 
tinguishing features of the L - to - E models:- 


(a) Tapered bonnet and aluminium dash exactly fitting the rear of the bonnet to 
enable the bonnet line to be continued along the body -a style which immedi- 
ately became popular and soon replaced the earlier parallel bonnet. 
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(b) Rear bonnet catch E.3645 mounted on the outside of the chassis. 


(c) Some early L - to - E cars have the later mounting bracket G908 and additional 
distance piece G909 for the hand pump which lowers the angle of elevation; 
even so it is difficult to operate the hand pump under the low scuttle which also 
makes the dash-mounted gauges hard for the driver to see. 


(d) Large type carburetter with 4%" diameter throttle valve assembly replacing the 
3%" diameter parts. The spray chamber E.720 was much larger and the high 
speed valve rod, the low speed valve rod and the air valve rod were all longer, 
these parts being identical with the later standard carburetter from 1914 to 
1921. 


(e) An increase in compression ratio was probably achieved by removing the de- 
compression plates from underneath the cylinder blocks. 


(f) It is rumoured that a ‘‘hotter’’ camshaft was fitted. The parts book lists a new 
camshaft for Series 2300 in 1913, so perhaps this was introduced experimentally 
with the L - to - E, but the book does not say so. 


(g) The L -to -E rear axle ratio is not known, but the parts index for Series 1100 - 
1800 lists a Bevel Whee! of 65 teeth and a Pinion of 22 teeth (2.95:1) for the 
low ratio and 65/24 (2.71:1) for the alternative high ratio. It seems likely that 
the 2.71:1 ratio would have been used for the car to attain a speed of 78.26 m.p.h. 


(h) The original L - to -E and some earlier replicas had underslung cantilever rear 
springs and the later replicas had cantilevers mounted over the rear axle. Here 
too the parts book is not helpful, merely showing that cantilever springs with all 
their fittings were introduced with Series 2100 to replace the earlier 3/4 elleptic 
springs, and not mentioning L -to -E. 


Let us have a closer look at the cantilevers and at the special light weight streamlined 
L - to - E car which Jater in 1911 was driven by E.W. HIVES and covered the flying half mite 
at Brooklands, being officially timed by B.A.R.C. officials at 101.8 m.p.h. You will note 
from the photographs that there is a straight through exhaust with no silencer, the under- 
slung cantilevers have fewer leaves than the original L - to -E: the mudguards, windscreen 
and the petrol tank and possibly part of the rear end of the chassis were apparently removed 
to lighten the car. It was the fastest recorded speed for any Sliver Ghost, that | have heard 
of, and the fastest time of any R-R for many a long year. 


When the Editor asked me to write an article on this subject, he provided me with 
copies of some interesting letters published in the U.K. magazine ''Motor Sport”’ in June and 
August 1969. Mr. R.B. FORD wrote about the story, first told in Vol. 1 of that short lived 
magazine ‘‘The Rolls-Royce Owner" in 1963, of the one of six only L - to - E chassis with 
underslung rear springs found by KENNETH NEVE asa discarded farm wagon in Hampshire. 
Mr. Ford tells us that ‘’The history of these underslung cars is the greatest mystery in the 
much-over-written history of the Silver Ghost - how many were there? Rumour says five’’. 
Then he carefully eliminates those such as the Ugly Duckling, which have a shaped forging 
spring hanger (presumably he is referring to part E2403 Bracket for Swivel Pin which has a 
Y shaped top and which forms the centre pivot of the cantilever for all cantilever S.G’s up 
to 1925). He comments that the bracket on Neve’s car has a flat plate type of hanger, like 
the original L -to -E No. 1701 car, the Brooklands car and one shown in the Paris Motor 
Show. He then concludes that Neve’s car, which is being beautifully rebuilt, is either the 
Brooklands or the Paris car, and in any case it is ‘‘probably the only remaining genuine 
underslung’’. 
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The Kenneth Neve replies, wondering also if his car isthe 101 m.p.h. Brooklands car 
and pointing out that his rear axle ratio is 3.47:1, with which it would be impossible to reach 
101 m.p.h. He suggests that the ratio for the Brooklands car would have been about 2.3:1 
being changed to 3.47:1 when the car came into private ownership, adding ‘“‘If all these 
things are to remain a mystery, | shall have to remain smugly content with the fact that | 
have the only genuine underslung London - Edinburgh Ghost in the World’’. 


Mr. Neve will be disappointed to learn that there are at least two in Australia, either 
of which might be the Brooklands car, for all we know. 


Dr. R.O. BARNARD also replies that the original L -to -E car was 1701 E, not 1701 


and that all L - to - E replicas from 1701 to 1994, of which there must have been a few more 
than five, had the underslung cantilever springs. 


Details of L - to - E Silver Ghosts in Australia 


Chassis Year Owner Remarks 

No. 

1826E 1911 Val Stocks Underslung L - to - E chassis with original 
Lara, Victoria body by Holmes of Derby - to be restored. 

1884 1912 Faris Palfreyman Underslung L - to - E chassis being restored. 
Canberra, A.C.T. 

1958 1912 George Green L-to -E chassis with Vandenplas body being 
Sydney N.S.W. restored. 

2412 1913 Faris Palfreyman L -to-£ chassis imported from U.K. in 1963, 


now restored with Sunbeam roadster body. 


Replica L - to - E type bodies on Standard S.G. Chassis 


1910 E 1912 Jack Jeffery ex. Fred Robinson: 3/4 E.L. chassis with 
Sydney N.S.W. L -to -E carburetter. 

49 FW 1920 Frank Shine The 1911 type body on a Iater chassis is an 
Yallourn, Vic. anachronism - but very beautiful. 


Editors Note: 


Would the owners of these cars please forward a good black and white photograph 
for publication in our next issue with details of restoration progress. 
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LONDON TO EDINBURGH (Cont'd) 


1913 Lto & CHASSIS No. 2412 IMPORTED FROM U.K. IN 1963 BY FARIS PALFREYMAN 
AND FITTED WITH A 1913 SUNBEAM ROADSTER BODY. 


L-£ CHASSIS No. 2208 RETIRED IN U.S.A. BY THE LATE Col. G. FELTON - 
NOW OWNED BY W.P. WHITE Jr. OF ILLINOIS, US.A. 


Tri-Annual Magazine April 1970 


LONDON TO EDINBURGH (Cont'd) 


THE ORIGINAL “‘LONDON - EDINBURGH” CAR. THE DESIGN OF THE BODY, A SINGULARLY 
ATTRACTIVE ONE FOR THE PERIOD, WAS REPRODUCED, WITH MODIFICATIONS FOR MANY 
YEARS AFTERWARD. FROM RR LTD. 


1913 L-E, 2484, BROUGHT TO US.A., 1919, FOR P. OF W. TOUR. 
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LONDON TO EDINBURGH (Cont’d) 


“UGLY DUCKLING” L-E WITH UNDERSLUNG REAR SPRINGS. 


AN UNPARALLELED PERFORMANCE 


OF 
COMBINED EFFICIENCY, FLEXIBILITY AND SPEED. 


1911 


THE CAR: :: 


was a standard Six-Cylinder Rolls-Royce chassis of 40-50 h.p., an illustration of which 
is reproduced above. 


THE TRIAL : : was to demonstrate that the car could travel from London to Edinburgh and ‘back 


entirely on the top gear, that at the same time it could show an exceptionally economical 
petrol consumption, and yet attain considerable speed when required. 


THE RESULT. The car travelled from London to Edinburgh and back on top gear on a_ petrol 
consumption of 24.32 miles per gallon, afterwards, without alteration or adjustment, 
attaining a speed of 78.26 miles per hour on the Brooklands track. 


1911 L-E WITH UNDERSLUNG REAR SPRINGS. 
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LONDON TO EDINBURGH (Cont'd) 
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Side, front and rear view of an 1911 chassis fitted 
with a special racing body. After being tuned for speed 
this almost standard Silver Ghost chassis covered a 
flying half mile at Brooklands, officially timed by the 
B.A.R.C. at a speed of 101.8 m.p.h. in 1911. This car, 
in racing trim, would run at walking pace on top gear. 
One view shows Mr. E. W. Hives, now Lord Hives, 
C.H., M.B.E., D.Sc. Managing Director and Chairman 
of R.R., Ltd. at the wheel. From R.R. Ltd. 


SeGseSkee scene fs 


April 1970 
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A PHANTOM II! COMPARED TO BENTLEY S17. 


Phantom III (with overdrive gearbox) 3 BT-65 H.J. Mulline sports limousine. Prime 
cost £3,300 May 1937, Speedometer reading 209,000. Average petrol consumption 
10-11 m.p.g. 


“S" model Bentley all-stee! saloon 1956. Prime cost £3,295 actual cost £4,943 
(purchase tax £1,648 17s.). Speedometer reading 14,900. Average petrol consumption 
14-15 m.p.g. 


It is first desirable to obtain some common form of financial value in comparing the 
two cars. The value of the £ in 1956 as against 1937 is officially agreed at approximately 
one-third. In terms of 1937, therefore, one is comparing a car of £3,300 at 1937 prime 
value with the Bentley “S’’ at £1,100 (or alternatively one is comparing a car of £9,900 
at 1956 prime value - purchase tax would be approximately £4,950, and selling price 
£14,850 - with the Bentley ‘’S” £3,300, purchase tax £1,648, selling price £4,943). 


Faced with these figures one can begin to understand the magnitude of the problem 
with which the makers were confronted, and one can only be filled with admiration by the 
degree in which their efforts can produce a better running car at a third of the price has 
succeeded. The financial change was accompanied by a political change of equal severity. 
The 50hp Rolls-Royce Silver Ghost and Phantom I, II, and II| were made to the require- 
ments of the heads of English firms and families (the companies titerature was accustomed 
to use the word Caput for the 50s and Cadet for the 25s). This English taste was confirmed 
by the Indian Maharajahs who were the mainstay of the export market. But the English 
aristocrat and the [ndian Maharajah are alike brought low and now the arbiter in such 
matters must be the American “Mom”, as the only type of customer remaining in sufficient 
numbers to absorb an economic production for export. 


In deference to this supreme lady the newer car has moved far from the original Rolls 
Royce idiom. The Bentley suspension is much smoother and softer than in the earlier car 
and much of this effect appears to be due to the return to balloon tyres (19lb. front pres- 
sure) which were much in vogue in the Rolls-Royce models of the late nineteen-twenties, 
and were abondoned later because of the price which had to be paid in braking and corn- 
ering. 


The provision of stabilisers on the Bentley has not entirely overcome these dis- 
advantages, and a first and immediate impression on turning from the older car to the newer 
is the much spongier feeling of the Bentley, on which the gearing of the steering has also 
been lowered to an advanced degree in accordance with American practice. The balloon 
tyres, however, largely cancel out the advantages of the lighter steering, so that,except at 
very low speeds, when the Phantom is heavier, the steering of the Two cars are about the 
same weight. 


White the change in suspension is of advantage in traffic and in the aesthetic enjoy- 
ment of the extreme silence and smoothness of the new car, it certainly has to be paid for 
at speed, and the Phantom III has much advantage in braking, cornering, and the general 
feeling of strength and stability at high speeds. The balloon tyres on the Bentley, although 
inflated to pressures above those recommended, roll and screech upon a dry road dis- 
concertingly. Against this, the Phantom III is definitely rougher suspended at low speeds, 
and one misses the extreme smoothness of the Bentley. 


Top speed attainable on the Oxford by-pass #¢ 110 on the Bentley clock and 105 on 


11 


Tri-Annual Magazine April 1970 


the Phantom Ili’s. The Bentley’‘s acceleration is little faster and it can pass the Phantom on 
straight road at any time, but by no great margin. It was not possible to improve on the 
Phantom III‘s best time on a familiar run to Wales, since the Bentley’s superiority in accel- 
eration was offset by its inferiority in cornering and braking on winding roads. In one’s 
mind both cars are seen to be of comparable performance and of soundly Rolls-Royce 
engineering, the older one tending towards the style of the original Speed Six Bentley, and 
the newer reaching out toward the Cadillac, as is to be expected in this day and age. 


The American style self-changing gearbox is a sheer delight on the Bentley, and com- 
pletely compensates for the loss of the extra six cylinders and the consequent high torque 
of the larger engine at low engine speeds. One was, however, surprised on returning to the 
Phantom to find how little offended she was when one inevitably forgot to put out the 
clutch and brought her to a virtual standstill. She still pulled away from 4 or 5 miles an 
hour in direct gear without fuss, and the figure of 17 seconds from 10-60 in direct gear does 
not in any case leave a vast amount of room for improvement. 


In traffic the self-changing box is most restfull. At top changing speeds after a “‘kick- 
down” the Bentley engine appears to be overrevving considerably, 70 in third representing, 
one understands 140 in top gear? The acceleration in third gear is truly electric. 


The Bentiey engine has one real technical advance over the Phantom - the large 
central inlet valve over the cylinders - and its higher compression. The effect of an equiva- 
lent compression-ratio upon the 12-cylinder engine would be most interesting to observe. 


The shock-absorber control on the Bentley is confined to “‘on”’ and ‘‘off’’ on the rear 
axle only, while the Phantom's is variable and a good deal more positive on ail four corners. 


In the same way the chassis lubrication system on the Bentley is limited to the front 
suspension, while in the Phantom III it covers the whole chassis. These are sad but un- 
avoidable economies, along with the loss of the Rolls-Royce front brakes and electrical 
equipment, the beautifully-splined hubs with the single nut, and the centrally-controlled 
hydraulic jacks. 


All these have given way to conventional accessories in the American pattern, even 
the dynamo being belt-driven, and an old Rolls-Royce owner sighs as he sees a wheel-change 
involving twelve separate operations. 


The new ventilation system is clearly made necessary by the curved windscreen, which 
sets up a powerful slipstream by the front windows and makes a great deal of noise if any 
of them are opened in the least degree. One is therefore recommended to close all windows 
and rely on the ventilation system. On the car tested this was not found to keep the car 
cool enough on arather fine spring day. One returned with some relief to the old flat 
windscreen of the Phantom. The front windows make no noise at any opening, being quite 
plain and free of the troublesome little front centrally-hinged section so inescapable these 
days. 


Strong springs on the Phantom windscreen wipers clean the screen at all times with 
out benefit of water sprays, another advantage of the flat screen. 


The bodywork is not really comparable. A pre-war H.J. Mulliner body is in a class 
apart. The steel body of the Bentley is beautifully designed and one welcomes back the 
aluminium panelling, but nearly every screw on the locks, etc., in the car tested was loose, 
and some heavy internal brackets in the off-side front door rattled and eventually fell right 
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off inside the door en route. It did not, however, affect the window winding or lock controls. 
One was glad to see the complete disappearance of all electric controls from windows, and 
sorry to see the beautifully-plated hinged petrol filler cap on the Phantom give way to a 

nasty little screw-on affair on a wire, without so much as a touch of chromium. The rat- 

trap device over the filler cap has to be seen to be believed, and the emergency wire control 
inside the boot would have given good Sir Henry an immediate and very proper apoplexy. 


Light finger pressure in the middle of the Bentley’s roof produced considerable 
deflection, while the surface of the leather had already disappeared on the driver's arm-rest 
round the edges, and the driver's seat was cracked and ‘‘cobwebbed”’. 


In fact the impression of uniformly beautiful design but less fortunate materials was 
inescapable, and, one sees, must remain inescapable in the financial circumstances that the 
company receives, in 1937 value, only two-thirds of the price of the old 4% Bentley. At 
least the necessary economies have not affected the running of the car. 


One can only congratulate the makers upon the two remarkable achievments (1) that 
they made in 1937 a car so advanced in design, materials and performance as the Phantom 
{Il, upon which nearly twenty years have made so little mark and (2) that they make in 1956 
in spite of all economic difficulties, so beautifully running a machine that nothing else is 
really comparable to it in the aesthetic appreciation of good machinery and beautiful design. 


COMPUTERS AT RR LTD. 


Our roving reported in England has come across the ‘’Rolls-Royce’’ of computer 
installations, rather aptly situated at Rolls-Royce Ltd. in the Midlands. 


The Chief RR Computing Engineer, Len Griffiths, has unofficially announced a move 
into international computer consultancy. 


The IBM computer installation at Derby cost £S10m. A new base at Kegworth in 
Leicestershire, for a company tentatively called Systems International, only 10 miles from 
Derby is planned. It will offer a wide range of services, including systems analysis and 
consultancy. 
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RESULTS — FEDERAL RALLY, PERTH, SEPTEMBER 1969. 


The results should have been published in the previous issue of this journal but due 
to oversight, are here published. It is the usual! practice of Praeclarvm to record Federal 
Rally results. 


OUTRIGHT CONCOURS WINNER: Eric Rainsford, 1912 SG 1853E 
AGE AND AUTHENTICITY WINNER, 

VIDLER SHIELD: Percy Markham,1911SG 1547 
PRESIDENTS TROPHY 

BEST AGGREGATE PERFORMANCE: Barry Markham,1912SG 2082 
BEST SILVER GHOST: Eric Rainsford, 1912 SG 

BEST RR, 1922 - 1928: Roger Markham, 1924 20 H-P. 
BEST RR, 1929 - 1939: Tom Clarke, 1933 20/25 H.P. 
BEST POST WAR RR: Keith Hancock, 1956 SC 1 
BEST PRE WAR BENTLEY: Gavin Sandford - Morgan, 1934 3%litre 
BEST POST WAR BENTLEY: Gar Gaston, 1968 T series 
ROLLS - ROYCE COMPANY TROPHY: Con Keogh, 1927 P1 


NEW BOOK NOTICE 


Not yet seen by editor, but on the trail of The Rolls-Royce men, the story of Charles 
Rolls and Henry Royce, by John Rowland. Published by Lutterworth Rees, 1969. 15/-, 
130 pages. Standard Book No. 7188 1607 2. 
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THE CONCOURS JUDGING — FEDERAL RALLY, 1969 


Carried out at Winterbottom Motors, Perth, on the occasion of the 11th Federal Rally 
proved satisfactory to the majority of entrants. The method of awarding points was clearly 
defined on the entry form so that the guzzle and growl entrants were reduced to the irreduce- 
able minimum. 


Messrs. Thompson, Lambkin and Watson, the appointed judges, started about their 
alloted tasks early on the morning of the 20th September, 1969, and could be seen, heads 
together, nodding and shaking at odd intervals. 


The only real difference of opinion occurred in assessing the points for Elegance. In 
this regard an average was struck thus the points arrived at were quite fair. 


In spite of the 10 point penalty against the 1967 Concours Winning Car, Eric Rainsford's 
truly magnificent Silver Ghost 1853E, the car survived all judges scrutiny to emerge a narrow 
winner. We of the W.A. Branch are pleased that our formula devised for Concours Judging 
Proved sound, albeit not as speedy as envisaged. The judging took nearly 4 hours in spite of 
the combined efforts of all 3 judges to arrive at an earlier result. 


It can now be told that 44 cars were judged and of this number the winner scored 140 
points, then the next cars 138, 137, 136, 135, 133, 133, 133, 131 and 130 so that only 10 
points separated the best car from the tenth best - surely close enough to satisfy even the 
most critical. Mention should be made here of the very close contest in Class 6 Post War 
Bentley, where the competition was extremely keen. Gar Gaston T Series Bentley only just 
won with Stan Tough's 1950 Sports Saloon and John Salter’s 1961 Saloon being very close 
indeed. 


In summing up the Concours d'elegance event the quality of the entrants was of a high 
order although some W.A. owners obviously have more work to do on their cars to achieve 
a higher points mark. 


All winners are to be congratulated for the unquestionable amount of work involved 
and for their co-operation at all times during the judging. 


Concours Formula Possible Points 
Engine Condition 35 
Engine Cleanliness 20 
Chassis Condition 20 
Chassis Cleanliness Underneath 10 
Coachwork Inside 20 
Coachwork Outside 20 
Tools 5 
Elegance 20 

150 


Plus Chassis Age Bonus - 1 point for every 7 years of age (to nearest point). 


Penalties - 1968 Winner Federal Rally loses 15 points. 
1967 Winner Federal Rally loses 10 points. 
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PARTS REQUIRED FOR WATER PUMP OVERHAUL 


F The water pumps fitted to all small R-R cars from 20hp to 25/30 are externally quite 
similar and the mounting arrangements are sufficiently identical to enable the pumps to be 
swapped from chassis to chassis, provided the inlet bends are changed over to suit. It is 
therefore quite possible for water pumps to have been substituted out of series during the 
life of a car, as | found when ordering a set of spares for mine. The spares supplied by Crewe 
bore little resemblance to the parts of my pump and it transpired that my car was wearing 
a 20hp pump in error. 


Briefly, the development of the water pump from 20hp onwards is as follows: 


The parts of a 20hp pump are shown in the pictures. The water pump shaft is just 
less than 7/16’' diameter and runs in an inner bearing E 50193 pressed into the pump casing 
and outer bearings E 50190, which isa sliding fit in the pump case. Two string packings 
E 53279 are separated by a solid spacer E 53302 and compressed between the inner and 
outer bearings by the gland nut E 50192, which should be tightened finger tight to provide 
a water-tight seal. The inner bearing is tead and the outer white metalled bronze. The bear- 
ings are reamed 7/16" to provide the correct running clearance for the shaft. The shaft is 
stainless, and as can be seen from the comparison picture, can become seriously worn if the 
gland is under lubricated or over tightened. This type of pump was fitted to 20hp up to 
chassis number GTM 40. 


From chassis GFN 1 a spring-loaded packing gland was introduced. In this type of 
gland, the central spacer between the packings is in two pieces separated by a spring and the 
outer bearing is simply retained in a fixed position by the gland nut, the packing being self 
adjusting. At this stage the shaft diameter was increased to %'’ nominal and the shaft was 
drilled to improve tubrication on the outer bearing. The impeller was changed, but remained 
a 6-vane type. 


At chassis GKT 12 the water pump shaft was increased in length by providing a spigot 
which projected through the impeller, the shaft remaining identical to the earlier one in all 
respects. From GMU 22 the impeller was changed to a 4-vane type and the design was then 
virtually unaltered to the end of 25/30. 


The parts required for overhaul of the various types of pump are as follows: 


Water Pump E 52010 20hp to GTM 40 


E 50185 water pump shaft E 53279 packing 

—E 50187 impeller E 50219 vellum joint 
E 50203 thrust plug E 50201 WP washer 
E 50193 casing bush E 50202 . 

—E 50190 gland bush E 50202 ad 

Water Pump E 54728 GFN 1 to GPS 81 

E 55361 water pump shaft E 50219 vellum joint 
E 55778 impeller 330/3102 gland packing 
E 50203 thrust plug E 50201 WP washer 
E 54691 casing bush E 50202 a 

E 54692 gland bush E 50220 - 


E 55316 gland bush washer 


Water Pump E 56597 GFT 1 to GMU 21 


E 55361 water pump shaft: to GKT 11 E 55316 gland bush washer 

E 56627 ee GKT 12 onwards 

E 55778 impeller E 50219 vellum washer 

E 54691 casing bush E 50201 water pump washer 

E 54692 gland bush E 50202 = 

E 50203 thrust plug E 50220 "" Not used after GKT 11 


330/3102 gland packing 


Water Pump E 58437 GMU 22 to end of 25/30 


E 56627 water pump shaft E 77686 vellum joint 

E 57797 impeller — 50201 water pump washer 
—E 50203 _ thrust plug E 50202 "* (on 20/25) 

E 54691 casing bush E 54933 "(on 25/30) 

E 54692 gland bush 330/3102 water pump packing 


E 55316 gland washer 
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